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TURBOCHARGER SYSTEM HAVING A
SHARED BYPASS CONDUIT AND
WASTEGATE

BACKGROUND/SUMMARY

Turbochargers have been developed to increase the power
output to weight ratio of engines. Thus, the power output of an
engine may be increased without a substantial increase in an
engine’s weight or an engine’s size (e.g., displacement).
Alternatively, engine displacement may be decreased while
the engine provides an equivalent amount of output power as
a larger non-boosted engine.

However, turbochargers may experience turbo-lag. Turbo-
lag may be defined as the time needed to change the speed of
the turbocharger to produce a desired amount of boost in
response to a change in engine torque demand. Turbo-lag may
provide less than desirable engine performance.

Twin-turbocharger systems have been developed to reduce
turbo-lag. Specifically, a turbocharger is provided for each of
two cylinder banks. Efficiency of each of the two turbocharg-
ers may be adjusted via wastegates. Each wastegate regulates
flow through a passage that begins upstream of one of the
turbocharger turbines and returns exhaust gas to a location
downstream of the same turbocharger turbine in an exhaust
passage that directs exhaust away from only the cylinder bank
sending exhaust to the turbocharger turbine. Thus, each
bypass passage bypasses one of the turbines and not the other
turbine.

However, the Inventors have recognized several drawbacks
with utilizing a wastegate for each turbine in an engine having
a parallel turbocharger configuration. For example, it may be
costly to employ two wastegates in an engine. Furthermore,
the profile of the exhaust system may be increased when two
separate wastegates are utilized. Also, it may be desirable to
have balanced exhaust flow traveling through each of the
turbines and/or bypass conduits in a parallel turbine arrange-
ment. However, due to manufacturing, control, and design
differences between the two turbines, the wastegates may not
provide an equivalent exhaust gas bypass around each of the
turbines. Such conditions may lead to unbalanced exhaust
flow and torque differences between cylinder banks. As a
result, the turbocharger operation may be degraded.

As such, in one approach a turbocharger system is provided
that may improve flow equalization between cylinder banks.
The turbocharger system includes a first turbocharger includ-
ing a first turbine in fluidic communication with a first cylin-
der, a second turbocharger including a second turbine in
fluidic communication with a second cylinder, and a shared
bypass conduit having a sole wastegate coupled thereto, the
shared bypass conduit in fluidic communication with a first
turbine inlet and a second turbine inlet. In this way, a single
bypass conduit and wastegate may be used to bypass two
turbines. As a result, the possibility of imbalanced bypass
operation may be reduced. Moreover, the cost as well as size
of'the turbocharger system may be reduced when compared to
turbocharger systems employing two wastegates and bypass
conduits.

The above advantages and other advantages, and features
of the present description will be readily apparent from the
following Detailed Description when taken alone or in con-
nection with the accompanying drawings.

It should be understood that the summary above is pro-
vided to introduce in simplified form a selection of concepts
that are further described in the detailed description. It is not
meant to identify key or essential features of the claimed
subject matter, the scope of which is defined uniquely by the
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claims that follow the detailed description. Furthermore, the
claimed subject matter is not limited to implementations that
solve any disadvantages noted above or in any part of this
disclosure.

BRIEF DESCRIPTION OF THE FIGURES

FIG. 1 shows a schematic depiction of an engine;

FIG. 2 shows a schematic depiction of a vehicle including
the engine shown in FIG. 1 and a turbocharger system;

FIG. 3 shows another example of the turbocharger system
included in the vehicle shown in FIG. 2;

FIG. 4 shows a method for operation of a turbocharger
system; and

FIG. 5 shows another method for operation of a turbo-
charger system.

DETAILED DESCRIPTION

A vehicle having twin turbocharger system is described
herein. The turbocharger system may include a first turbine in
fluidic communication with a first cylinder bank and a second
turbine in fluidic communication with a second cylinder
bank. Each of the cylinder banks may include at least one
cylinder. A shared turbine bypass conduit having a sole waste-
gate position therein may be in fluidic communication with
exhaust conduits upstream and downstream of each of the
turbines. Thus, the speed of the turbines may be controlled via
a single wastegate preventing imbalanced bypass operation.

Further in some examples, the vehicle may further include
a controller configured to adjust the position of the wastegate.
The following control strategy may be employed via the
controller. During a first operating condition, the wastegate
may be controlled via the controller to substantially inhibit
exhaust gas flow therethrough and during a second operating
condition the wastegate may be controlled via the controller
to enable exhaust to flow therethrough. The second operating
condition may be when the flowrate of the exhaust gas exiting
one of the cylinder banks exceeds a predetermined threshold
value and the first operating condition may be when the
flowrate of the exhaust gas exiting both of the cylinders banks
is below the predetermined threshold value. In this way, the
wastegate may be controlled based on the operating condi-
tions in both of the exhaust streams exiting the engine to
reduce the likelihood of the turbines exceeding a threshold
speed. As a result, the likelihood of turbine damage from
elevated turbine speeds is reduced.

FIG. 1 shows a schematic depiction of an engine. FIG. 2
shows a schematic depiction of a vehicle including a turbo-
charger system. FIG. 3 shows another example of the turbo-
charger system. FIGS. 4 and 5 show methods for operation of
a turbocharger system.

Referring to FIG. 1, internal combustion engine 10, com-
prising a plurality of cylinders, one cylinder of which is
shown in FIG. 1, is controlled by electronic engine controller
12. Engine 10 includes cylinder 30 and cylinder walls 32 with
piston 36 positioned therein and connected to a crankshaft 40.
Cylinder 30 is shown communicating with intake manifold 44
and exhaust manifold 48 via respective intake valve 52 and
exhaust valve 54.

A first compressor 204 and a second compressor 206,
shown in FIG. 2, may positioned upstream of the intake
manifold 44 and the intake passage 42. Likewise, a first tur-
bine 228 may be positioned downstream of the exhaust mani-
fold 48.

It will be appreciated that although a single cylinder is
shown in FIG. 1, the engine 10 may include a plurality of
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cylinders. The plurality of cylinders may be arranged in
engine banks as discussed in greater detail herein with regard
to FIG. 2. Moreover, the engine 10 may include a second
exhaust manifold in fluidic communication with one or more
cylinders. The second exhaust manifold 226, shown in FI1G. 2,
may be in fluidic communication with a second turbine 230,
shown in FIG. 2, discussed in greater detail herein.

Each intake and exhaust valve may be operated by an
intake cam 51 and an exhaust cam 53. Alternatively or addi-
tionally, one or more of the intake and exhaust valves may be
operated by an electromechanically controlled valve coil and
armature assembly. The position of intake cam 51 may be
determined by intake cam sensor 55. The position of exhaust
cam 53 may be determined by exhaust cam sensor 57.

Fuel injector 66 is shown positioned to inject fuel directly
into cylinder 30, which is known to those skilled in the art as
direct injection. Alternatively, fuel may be injected to an
intake port, which is known to those skilled in the art as port
injection. Fuel injector 66 delivers liquid fuel in proportion to
the pulse width of signal FPW from controller 12. Fuel is
delivered to fuel injector 66 by a fuel system (not shown)
including a fuel tank, fuel pump, and fuel rail (not shown).
Fuel injector 66 is supplied operating current from driver 68
which responds to controller 12. In addition, intake manifold
44 is shown communicating with optional electronic throttle
62 which adjusts a position of throttle plate 64 to control air
flow from intake boost chamber 46. In some examples,
throttle 62 may be configured to adjust the amount of air flow
provided to a second cylinder and/or cylinder bank. A high
pressure, dual stage, fuel system may be used to generate
higher fuel pressures at injectors 66.

Distributorless ignition system 88 provides an ignition
spark to cylinder 30 via spark plug 92 in response to controller
12. Universal Exhaust Gas Oxygen (UEGO) sensor 126 is
shown coupled to exhaust manifold 48. Alternatively, a two-
state exhaust gas oxygen sensor may be substituted for UEGO
sensor 126.

Controller 12 is shown in FIG. 1 as a conventional micro-
computer including: microprocessor unit 102, input/output
ports 104, read-only memory 106, random access memory
108, keep alive memory 110, and a conventional data bus.
Controller 12 is shown receiving various signals from sensors
coupled to engine 10, in addition to those signals previously
discussed, including: engine coolant temperature (ECT) from
temperature sensor 112 coupled to cooling sleeve 114; a
position sensor 134 coupled to an accelerator pedal 130 for
sensing accelerator position adjusted by foot 132; a knock
sensor for determining ignition of end gases (not shown); a
measurement of engine manifold pressure (MAP) from pres-
sure sensor 122 coupled to intake manifold 44; an engine
position sensor from a Hall effect sensor 118 sensing crank-
shaft 40 position; a measurement of air mass entering the
engine from sensor 120 (e.g., a hot wire air flow meter); and
a measurement of throttle position from sensor 58. Baromet-
ric pressure may also be sensed (sensor not shown) for pro-
cessing by controller 12. In a preferred aspect of the present
description, engine position sensor 118 produces a predeter-
mined number of equally spaced pulses every revolution of
the crankshaft from which engine speed (RPM) can be deter-
mined.

In some examples, the engine may be coupled to an electric
motor/battery system in a hybrid vehicle. The hybrid vehicle
may have a parallel configuration, series configuration, or
variation or combinations thereof. Further, in some examples,
other engine configurations may be employed, for example a
diesel engine.

10

15

20

25

30

35

40

45

50

55

60

65

4

During operation, each cylinder within engine 10 typically
undergoes a four stroke cycle: the cycle includes the intake
stroke, compression stroke, expansion stroke, and exhaust
stroke. During the intake stroke, generally, the exhaust valve
54 closes and intake valve 52 opens. Air is introduced into
cylinder 30 via intake manifold 44, and piston 36 moves to the
bottom of the cylinder so as to increase the volume within
cylinder 30. The position at which piston 36 is near the bottom
of'the cylinder and at the end of its stroke (e.g. when cylinder
30 is at its largest volume) is typically referred to by those of
skill in the art as bottom dead center (BDC). During the
compression stroke, intake valve 52 and exhaust valve 54 are
closed. Piston 36 moves toward the cylinder head so as to
compress the air within cylinder 30. The point at which piston
36 is at the end of its stroke and closest to the cylinder head
(e.g. when cylinder 30 is at its smallest volume) is typically
referred to by those of skill in the art as top dead center (TDC).
In a process hereinafter referred to as injection, fuel is intro-
duced into the cylinder. In a process hereinafter referred to as
ignition, the injected fuel is ignited by known ignition means
such as spark plug 92, resulting in combustion. During the
expansion stroke, the expanding gases push piston 36 back to
BDC. Crankshaft 40 converts piston movement into a rota-
tional torque of the rotary shaft. Finally, during the exhaust
stroke, the exhaust valve 54 opens to release the combusted
air-fuel mixture to exhaust manifold 48 and the piston returns
to TDC. Note that the above is described merely as an
example, and that intake and exhaust valve opening and/or
closing timings may vary, such as to provide positive or
negative valve overlap, late intake valve closing, or various
other examples.

FIG. 2 shows a vehicle 200 including the engine 10. The
vehicle 200 further includes a turbocharger system 202. The
turbocharger system 202 includes a first compressor 204 and
a second compressor 206. The first compressor 204 and the
second compressor 206 may be substantially identical. That is
to say, they each may contain the same components which
have equivalent sizes. In this way, the first and second com-
pressors (204 and 206) in the turbocharger system 202 may be
balanced. However, other compressor configurations have
been contemplated.

The first and second compressors (204 and 206) are con-
figured to provide boost to the engine. Thus, intake air having
higher density than ambient air is provided to the engine 10
which may enable engine performance to be increased either
via an increase in combustion power and/or combustion effi-
ciency.

The first compressor 204 may include a compressor inlet
208. Likewise, the second compressor 206 may also include
a compressor inlet 210. The compressor inlets (208 and 210)
may receive intake air from an upstream conduit in fluidic
communication with the surrounding atmosphere. Further in
some examples, a single throttle may be positioned upstream
of'the first and second compressors (204 and 206) or a throttle
may be positioned upstream of each of the first compressor
204 and the second compressor 206.

The first compressor 204 includes a compressor outlet 212.
Likewise, the second compressor includes a compressor out-
let 214. The compressor outlets (212 and 214) may be in
fluidic communication with a throttle 216. The throttle 216
may be configured to adjust the amount of intake air provided
to engine 10. The throttle 216 is positioned in an intake
conduit 218. The intake conduit 218 is in fluidic communi-
cation with the compressor outlet 212 of the first compressor
204 and the compressor outlet 214 of the second compressor
206. An intercooler (not shown) may also be positioned
downstream of the first compressor and the second compres-
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sor 206. In this way, the intake air may be cooled to increase
the density of the intake air, to improve engine performance.

The engine 10 includes a first cylinder bank 220 and a
second cylinder bank 222. Each of the cylinder banks are
depicted as including a plurality of cylinders 224. It will be
appreciated that cylinder 30 shown in FIG. 1 is included in the
plurality of cylinders 224. However, it will be appreciated that
in other examples the first cylinder bank 220 and/or second
cylinder bank 222 may each include only a single cylinder.
Furthermore, the cylinder banks (220 and 222) each have an
equivalent number of cylinders. However, other cylinder con-
figurations have been contemplated. For example, the cylin-
ders may not be divided into cylinder banks.

The intake conduit 218 is in fluidic communication with
the first and second cylinder banks (220 and 222). Specifi-
cally, an intake manifold may supply intake air to the first
cylinder bank 220 as well as the second cylinder bank 222. In
other examples, two throttles may be provided in the intake
system and therefore the first compressor 204 may be in
fluidic communication with the first cylinder bank 220 and
the second compressor 206 may be in fluidic communication
with the second cylinder bank 222.

A first exhaust manifold 225 is in fluidic communication
with each of the cylinders in the first cylinder bank 220. The
first exhaust manifold 225 may be in fluidic communication
with the exhaust manifold 48, shown in FIG. 1. A second
exhaust manifold 226 is in fluidic communication with each
of'the cylinders in the second cylinder bank 222. Additionally,
the first exhaust manifold 225 is in fluidic communication
with a turbine inlet 234 of a first turbine 228. Likewise, the
second exhaust manifold 226 is in fluidic communication
with a turbine inlet 236 of the second turbine 230. The first
turbine 228 and the second turbine 230 may be substantially
identical. That is to say, they each may contain the same
components which have equivalent sizes. In this way, the
turbocharger system may be balanced. However, other tur-
bine configurations have been contemplated.

The first turbine 228 and the second turbine 230 are
included in the turbocharger system 202 and are configured to
transfer a rotational output to the first compressor 204 and the
second compressor 206, respectively. Specifically, the first
turbine 228 and the first compressor 204 are included in a first
turbocharger and the second turbine 230 and the second com-
pressor 206 are included in a second turbocharger. It will be
appreciated that the first turbine 228 is rotatably coupled to
the first compressor 204. Likewise, the second turbine 230 is
rotatably coupled to the second compressor 206.

The turbocharger system 202 further includes a shared
bypass conduit 232. The shared bypass conduit 232 is in
fluidic communication with a turbine inlet 234 of the first
turbine 228 and a turbine inlet 236 of the second turbine 230.
Thus, the shared bypass conduit 232 includes a first inlet 238
included in a first branch passage 240 opening into the first
exhaust manifold 225 and a second inlet 242 included in a
second branch passage 244 opening into the second exhaust
manifold 226. In this way, the exhaust gas from both the first
and second intake manifolds (225 and 226) may be directed
into a single shared bypass conduit 232.

The shared bypass conduit 232 is also in fluidic communi-
cation with a turbine outlet 246 of the first turbine 228 as well
as a turbine outlet 248 of the second turbine 230. Specifically,
in the depicted example the shared bypass conduit 232 is in
fluidic communication with an exhaust conduit 270 posi-
tioned downstream of the turbine outlet 246 and an exhaust
conduit 272 positioned downstream of the turbine outlet 248.
However, other exhaust conduit arrangements have been con-
templated.
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A sole wastegate 250 is coupled to the shared bypass con-
duit 232. The wastegate 250 shown in FIG. 2 is positioned
downstream of a confluence region 252 of the branch pas-
sages (240 and 244) of the shared bypass conduit 232. How-
ever, other wastegate positions may be used in other
examples. For example, as shown in FIG. 3, the wastegate 250
may be positioned at the confluence region of the branch
passages (240 and 244).

The wastegate 250 includes a wastegate inlet 253 and a
wastegate outlet 255. The wastegate 250 may be configured to
adjust the exhaust gas flow through the shared bypass conduit
232. Specifically, the wastegate 250 includes an adjustment
mechanism 251 (e.g., a vacuum control valve or electric
actuator) for implementing the aforementioned functionality.
In some examples, the adjustment mechanism 251 (e.g.,
wastegate actuator) may be remotely mounted. As a result,
engine packaging in the vehicle may be improved. In particu-
lar, the adjustment mechanism 251 may be positioned in a low
temperature location in the vehicle to increase the longevity
of the adjustment mechanism as well as potentially decrease
the manufacturing cost of the adjustment mechanism due to
decreased temperature tolerance constraints of the adjust-
ment mechanism. For example, the adjustment mechanism
251 may be spaced away from the wastegate 250, spaced
away from the exhaust manifolds (225 and 226), and/or
spaced away from the turbines (228 and 230).

A first catalytic converter 254 may also be coupled to the
shared bypass conduit 232 downstream of the wastegate 250.
The first catalytic converter 254 may be configured to
increase the temperature of the exhaust gas flowing there-
through, among other things. The first catalytic converter 254
can include multiple catalyst bricks, in one example. In
another example, multiple emission control devices, each
with multiple bricks, can be used. The first catalytic converter
254 can be a three-way type catalyst in one example.

A second catalytic converter 256 may be positioned in the
exhaust conduit 270 downstream of the first turbine 228.
Likewise, a third catalytic converter 258 may be positioned in
the exhaust conduit 272 downstream of the second turbine
230. It will be appreciated that other emission control devices
may be positioned downstream of the first turbine and/or the
second turbine 230, such as filters.

The vehicle 200 may include a control system 260 includ-
ing controller 12, the wastegate 250, and the throttle 216.
Specifically, the wastegate 250 may be electronically coupled
to the controller 12. Therefore, the controller 12 may adjust
the position of the wastegate 250 via electronic signals. The
throttle 216 may also be electronically coupled to the control-
ler 12. Therefore, the controller 12 may adjust the position of
the throttle 216 via electronic signals.

The vehicle 200 may also include a number of sensors in
electronic communication with the controller 12. The sensors
may include a pressure sensor 262 positioned in the intake
conduit 218, a temperature sensor 264 coupled to the engine
10, a pressure sensor 266 coupled to the first exhaust manifold
225, and a pressure sensor 268 coupled to the second exhaust
manifold 226. The vehicle 200 may further include oxygen
sensors as well as additional temperature and pressure sen-
sors as shown in FIG. 1. In some examples, the aforemen-
tioned sensors may be included in the control system 260.

The control system 260 may include executable instruc-
tions stored in non-transitory memory to adjust the wastegate
250 to flow exhaust gas through the shared bypass conduit
232 during a first operating condition and adjust the wastegate
to substantially inhibit exhaust gas from through the shared
bypass conduit during a second operating condition. The first
operating condition may be when the flowrate of the exhaust
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gas exiting one of the first and second cylinder banks (220 and
222) or a pressure exceeds a predetermined threshold value
and the second operating condition may be when the flowrate
or pressure of the exhaust gas exiting both of the first and
second cylinder banks is below a predetermined threshold
value. It will be appreciated that the pressure in the first and
second exhaust manifold (225 and 226) may be correlated to
exhaust gas flowrate. The temperature of the exhaust gas may
also be used to determined exhaust gas flowrate.

FIG. 3 shows another example of the vehicle 200 shown in
FIG. 2. The vehicle 200 shown in FIG. 3 includes many of the
same systems, components, etc., shown in FIG. 2. Therefore,
similar parts are labeled accordingly.

As shown, the wastegate 250 is positioned at the conflu-
ence region 252 of the branch passages (240 and 244). There-
fore, the wastegate 250, shown in FIG. 3, includes a first
wastegate inlet 300 and a second wastegate inlet 302. The
wastegate 250 may include a first adjustment mechanism 304
and a second adjustment mechanism 306. The first adjust-
ment mechanism 304 may be configured to adjust the amount
of exhaust gas received by the wastegate 250 from the first
cylinder bank 220. Likewise, the second adjustment mecha-
nism 306 may be configured to adjust the amount of exhaust
gas received by the wastegate 250 from the second cylinder
bank 222. In this way, the exhaust streams entering the waste-
gate 250 may be separately controlled. As a result, the exhaust
gas flow from the first and second cylinder banks (220 and
222) may be balanced via control of the first adjustment
mechanism 304 and the second adjustment mechanism 306.

Furthermore, the exhaust conduits 309 and the shared
bypass conduit 232 fluidly converge into a single exhaust
conduit 310 having an emission control device 312 coupled
thereto. The emission control device 312 may be a catalytic
converter, filter, etc. In some examples, an additional catalytic
converter may be provided in bypass conduit 232.

FIG. 4 shows a method 400 for operating a turbocharger
system. The method 400 may be used to control the turbo-
charger system described above with regard to FIGS. 2-3 or
may be used to operate another suitable turbocharger system.
Method 400 may be executed via instructions stored in non-
transitory memory of a controller as shown in FIGS. 1 and 2.

At 402, the method 400 includes flowing exhaust gas from
a first cylinder to a first exhaust manifold and at 404 the
method includes flowing exhaust gas from a second cylinder
to a second exhaust manifold.

During a first operating condition steps 406, 408, and 410
may be implemented. The first operating condition may be
when one of the first and second turbines has exceeded a
predetermined threshold speed and the second operating con-
dition may be when both the first and the second turbines are
below a predetermined threshold speed. It will be appreciated
that the pressure in the exhaust manifold upstream of the
turbines may be correlated to the speed of the turbine. The
first operating conduit may additionally or alternatively be
when the boost pressure provided to the engine via the turbo-
charger system has surpassed a predetermined value. The first
operating condition may additionally or alternatively be when
the engine is below a predetermined temperature and the
second operating condition may additional or alternatively be
when the engine is above the predetermined temperature.

At 406, the method includes flowing exhaust gas from the
first and second exhaust manifolds to a shared bypass conduit
in fluidic communication with an inlet of a first turbine and an
inlet of a second turbine and an outlet of the first turbine and
an outlet of the second turbine. At 408, the method includes
flowing exhaust gas through the shared bypass conduit via
operation of a wastegate coupled to the shared bypass con-
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duit. In some examples, flowing exhaust gas through the
shared bypass conduit includes flowing exhaust gas through a
catalytic converter positioned in the shared bypass conduit
downstream of the wastegate and where the first operating
condition is when an engine including the turbocharger sys-
tem is below a predetermined temperature. In such an
example, the method 400 may further include, during the first
operating condition, flowing exhaust gas from the first cata-
Iytic converter to a second catalytic converter positioned
downstream of the first catalytic converter. At 410, the
method includes flowing exhaust gas from the shared bypass
conduit to at least one emission control device positioned
downstream of at least one of the first turbine and the second
turbine. It will be appreciated that steps 406,408, and 410
adjust a first turbine speed and a second turbine speed via a
sole actuator positioned in an exhaust passage of an engine.

During a second operating condition steps 412, 414, 416,
418, 420, and 422 may be implemented. The second operat-
ing condition may be when both the first and the second
turbines are below a predetermined threshold speed and/or a
when the boost pressure provided to the engine via the turbo-
charger system is less than a predetermined value. The second
operating conduit may additionally or alternatively be when
the boost pressure provided to the engine via the turbocharger
system is below a predetermined value. The second operating
condition may additionally or alternatively be when the
engine is above a predetermined temperature.

At 412, the method includes inhibiting exhaust gas flow
through the shared bypass conduit via operation of the waste-
gate. At 414, the method includes flowing exhaust gas from
the first exhaust manifold to the first turbine. At 416, the
method includes flowing exhaust gas from the second exhaust
manifold to the second turbine. At 418, the method includes
flowing exhaust gas through the first turbine. At 420, the
method includes flowing exhaust gas through the second tur-
bine and at 422 the method includes flowing exhaust gas from
the first and second turbines to at least one emission control
device positioned downstream of at least one of the first
turbine and the second turbine.

In this way, the method of FIG. 4 adjusts speed of first and
second turbines via a sole actuator positioned in an exhaust
passage of an engine. The sole actuator may be a wastegate.
Further, the wastegate may be vacuum or electrically oper-
ated. Further, a single and sole wastegate is adjusted in
response to conditions of two separate turbochargers. For
example, the wastegate is opened and/or closed responsive to
pressures in two different exhaust manifolds. Further, the two
exhaust manifolds may be fluidly isolated from each other on
the exhaust side of engine cylinders when the wastegate is
closed. Thus, the sole wastegate may be adjusted responsive
to conditions in two cylinder exhaust banks.

FIG. 5 shows a method 500 for operation of a turbocharger
system. The method 500 may be used to control the turbo-
charger system described above with regard to FIGS. 2-3 or
may be used to operate another suitable turbocharger system.
Method 500 may be executed via instructions stored in non-
transitory memory of a controller as shown in FIGS. 1 and 2.

At 502, the method includes flowing exhaust gas from a
first cylinder to a first exhaust manifold. At 504, the method
includes flowing exhaust gas from a second cylinder to a
second exhaust manifold.

At 506, it is determined if the intake manifold pressure is
greater than a predetermined value. In other examples, it may
be determined if the pressure in at least one of a first and
second exhaust manifolds is greater than a predetermined
value. Still further in some examples, it may be determined if
the speed of at least one of a first turbine and a second turbine
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is greater than a predetermined value. If the intake manifold
air pressure is not greater than a predetermined value (NO at
506), the method includes at 508 inhibiting exhaust gas flow
through the shared bypass conduit via operation of a sole
wastegate coupled to the shared bypass conduit. However, if
the intake manifold air pressure is greater than a predeter-
mined value (YES at 506), the method includes at 510 flowing
exhaust gas from the first and second exhaust manifolds to a
shared bypass conduit in fluidic communication with an inlet
of a first turbine and an inlet of a second turbine and an outlet
of'the first turbine and an outlet of the second turbine. At, 512
flowing exhaust gas through the shared bypass conduit via
operation of the wastegate.

This concludes the description. The reading of it by those
skilled in the art would bring to mind many alterations and
modifications without departing from the spirit and the scope
of'the description. For example, single cylinder, 12, 13, 14, 15,
V6,V8, V10, V12 and V16 engines operating in natural gas,
gasoline, diesel, or alternative fuel configurations could use
the present description to advantage.

The invention claimed is:

1. A turbocharger system, comprising:

a first turbocharger including a first turbine in fluidic com-
munication with a first cylinder;

a second turbocharger including a second turbine in fluidic
communication with a second cylinder;

a shared bypass conduit having a sole wastegate coupled
thereto, the shared bypass conduit in fluidic communi-
cation with a first turbine inlet and a second turbine inlet,
the sole wastegate including a first flow adjustment
mechanism adjusting a flowrate of exhaust gas from a
first wastegate inlet and a second flow adjustment
mechanism adjusting a flowrate of exhaust gas from a
second wastegate inlet; and

a controller including executable instructions stored in
non-transitory memory to, during a first operating con-
dition, flow exhaust through the shared bypass conduit
in fluidic communication with the first turbine inlet, the
second turbine inlet, a first turbine outlet, and a second
turbine outlet via operation of a sole actuator, where the
sole actuator is a wastegate, and where the wastegate is
coupled to the shared bypass conduit and during a sec-
ond operating condition, inhibiting exhaust flow through
the shared bypass conduit via operation of the wastegate,
where the first operating condition is when one of the
first and second turbines has exceeded a predetermined
threshold speed and the second operating condition is
when both the first and the second turbines are below the
predetermined threshold speed.

2. The turbocharger system of claim 1, where the first
turbine outlet and the second turbine outlet are in fluidic
communication with an exhaust conduit that fluidly con-
verges into a single exhaust conduit downstream of the first
and second turbine outlets.

3. The turbocharger system of claim 1, where the sole
wastegate includes the first wastegate inlet in fluidic commu-
nication with the first cylinder and the second wastegate inlet
in fluidic communication with the second cylinder.

4. The turbocharger system of claim 1, where the sole
wastegate is positioned downstream of a confluence region of
a first branch passage in fluidic communication with the first
cylinder and a second branch passage in fluidic communica-
tion with the second cylinder, the first and second branch
passages included in the shared bypass conduit, and a single
wastegate inlet is in fluidic communication with the first and
second cylinders.
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5. The turbocharger system of claim 4, where the first
branch passage includes an inlet opening into a first exhaust
manifold that is in fluidic communication with the first cyl-
inder and where the second branch passage includes an inlet
opening into a second exhaust manifold that is in fluidic
communication with the second cylinder.

6. The turbocharger system of claim 1, further comprising
an emission control device positioned in the shared bypass
conduit downstream of the sole wastegate.

7. The turbocharger system of claim 1, where the first
turbine is in fluidic communication with a plurality of cylin-
ders in a first cylinder bank and where the second turbine is in
fluidic communication with a plurality of cylinders in a sec-
ond cylinder bank.

8. The turbocharger system of claim 1, where the first
turbine and the second turbine are substantially identical.

9. The turbocharger system of claim 1, where the sole
wastegate is positioned in a confluence region of a first branch
passage in fluidic communication with the first cylinder and a
second branch passage in fluidic communication with the
second cylinder, the first and second branch passages
included in the shared bypass conduit.

10. A method for operation of a turbocharger system, com-
prising:

adjusting a first turbine speed and a second turbine speed
via a sole actuator positioned in an exhaust passage of an
engine;

during a first operating condition, flowing exhaust through
a shared bypass conduit in fluidic communication with a
first turbine inlet, a second turbine inlet, a first turbine
outlet, and a second turbine outlet via operation of the
sole actuator, where the sole actuator is a wastegate, and
where the wastegate is coupled to the shared bypass
conduit; and

during a second operating condition, inhibiting exhaust
flow through the shared bypass conduit via operation of
the wastegate, where the first operating condition is
when one of the first and second turbines has exceeded a
predetermined threshold speed and the second operating
condition is when both the first and the second turbines
are below the predetermined threshold speed.

11. The method of claim 10, further comprising flowing
exhaust from a first cylinder bank to the first turbine and
flowing exhaust from a second cylinder bank to the second
turbine during the second operating condition.

12. The method of claim 10, where the first turbine inlet is
in fluidic communication with a first cylinder bank and the
second turbine inlet is in fluidic communication with a second
cylinder bank, each of the first and second cylinder banks
including at least one cylinder.

13. The method of claim 10, further comprising flowing
exhaust gas from a first cylinder bank and a second cylinder
bank to the shared bypass conduit during the first operating
condition.

14. The method of claim 10, where flowing exhaust
through the shared bypass conduit includes flowing exhaust
through a catalytic converter positioned in the shared bypass
conduit downstream of the wastegate and where the first
operating condition is when the engine including the turbo-
charger system is below a predetermined temperature.

15. A turbocharger system, comprising:

a first turbocharger including a first turbine in fluidic com-
munication with a first cylinder bank including at least
one cylinder;

a second turbocharger including a second turbine in fluidic
communication with a second cylinder bank including at
least one cylinder;
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a shared bypass conduit having a sole wastegate coupled
thereto, the shared bypass conduit in fluidic communi-
cation with an inlet of the first turbine and an inlet of the
second turbine; and

a control system including instructions stored in non-tran- 5
sitory memory for adjusting the wastegate to flow
exhaust gas through the shared bypass conduit during a
first operating condition and adjusting the wastegate to
substantially inhibit exhaust gas from flowing through
the shared bypass conduit during a second operating 10
condition, where the first operating condition is when
exhaust gas exiting one of the first and second cylinder
banks exceeds a predetermined flowrate threshold value
and the second operating condition is when exhaust gas
exiting each of the first and second cylinder banks is 15
below the predetermined flowrate threshold value.
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